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SUMMARY

Parametric tests were conducted on a nominal 14:1 fixed-ratio Nasvytis
multiroller traction drive speed reducer retrotitted to an automotive gas
turbine engine. The test drive's sun roller assembly was equipped with a
mechanism to proportionately load the rollers 1u respounse tc the torque on
the drive. The gas turbine engine's power turbine assembly was modified to
accommodate the Nasvytis drive in place of the single-mesh, 9.69:1 ratio
helical gearset. The traction drive and the power turbiune support bearings
were lubricated by a synthetic, cycloaliphatic traction fluid. The effects
of speed and torque on drive power loss, efficiency, creep rate, temperature
distribution, and lcading wmechanism operation were investigated, Tests were
conducted to full-engine-power turbine speed of 45 000 rpm and to a measured
drive output power level of 102 kW (137 hp). Similar drives have been
parametrically tested on a back-to-back test stand to 180 kW (240 hp).

Drive performance under tixed-preload operation was compared with
performance under variable-roller-load operation. Comparisons were also
made between the specific fuel ccnsumption of the traction-drive-equipped
eungine and the original helical-gearset-eqaipped engine.

The traction drive was operationally compatible with the automotive gas
turbine engine. The gpecific fuel consumption of the engine with the
traction drive was comparable to that i the original helical-gear-reducer-
equipped engine. Estimated peak efficiency of the fvaction drive based on a
lubricant heat balance exceeded 92 percent. Toial drive creep was 0.5 to
1.0 percentage point higher for variable-roltler-lcad operation than for
tixed. Total drive creep was always 2.5 percent or less for either system.
Pavt-load efficiency was improved by varisble-roller-load cperation.,
Inspection of the traction rollers showad ne signs of wear or surface
distress.

INTRODUCT1ON

Prior research with the Masvytis fixed-vatio traction drive has shown
it to be a smooth, efficient power transmission (refs. 1 and 2). 1Iwo test
drives, one of nominal 15:1 ratio and one of nominal 14:1 ratio, were
parametrically tested on a back-to-back test stand. The former was tested
to input speeds of 73 000 rpm and to input power levels of 127 kW (170 hp)
(ref. 1), and the latter to 46 000 rpw and 180 kW (240 hp) (ref. 2). Peak
efficiencies of 96 and 94 percent, respectively, were measured (ref. 2.
Earlier Nasvytis drives have been built and tested in a number of speed and
power ranges (ref. 3). These test units include a 373-kW (500-hp) reducer
with a speed ratio of 48,2 and an input speed of 53 000 rpm, a 2.2-kW
(3-hp), 480 00Q~rpm increaser with a speed retio of 120, and a 3.7/-kW
(5~hp), 150 000-rpm increaser (ref. 3). All of these drives were oi the
multiple-vow Nasvytis type with two or three rows of dual-diameter planet
rollers,

One application f{or which high-performance, high~speed, fixed-ratio
tracticn drives are idcally suited is the primary speed reducer fur a gas
turbine engine. Current developments, particularly in automotive gas
turbine applications, have spurred research into quiet, efficient, compact,
high-speed transmissions. State-of-the-art, twin-shaft automctive gas
turbines have maximuwm power turbine speeds of 70 000 rpm. Designs fer
advanced single-shaft engines show a trend toward higher speeds, 100 00U rpm
or higher, to impreove efficiency and performance and to reduce size., At
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these speeds the gearsets required to reduce the power turbine shaft spced
to usable levels must contain small, accurate, high quality, finely pitched
gears. These gears are expensive to manufacture and often difficult to coul.

Historically, traction drives have not been size competitive with gears
because of the manner in which torque is transmitted. unlike a gear mesh, a
single traction contact must rely on an imposed norwmal load at least 10 to
20 times greater than the transmitted tangential force. However, the use of
modern bearing steels, fluids with high traction coefficients, and multiple
load~sharing contacts can more than offset this adverse loading situation.
The steels used in earlier traction drives had significantly less tatigue
resistance than today's metallurgically cleaner bearing steels. Currently,
high-grade bearing steels are available that can extend the fatigue life of
rolling-element systems by two to six times.

With regard to lubricants, researchers have developed synthetic
hydrocarbons that can generate up to 50 percent more traction than
conventional mineral oils for the same normal load (ref. 4). Because drives
using these fluids can be designed for lower normal loads, service life is
improved and smaller drives can be used. A 530 percent increase in traction
coefficient means a 50 percent increase in torque capacity for a given lite
and size,

Finally in terms of design, reference 5 shous that drive size is
inversely related to the nuaber of traction elements for constant life.

I1f a simple traction drive were designed to transmit substantial power with
just two elements, much like a gearset, the element sizes would necessarily
be relatively large since only onme traction contact would have to transmit
all of the power. To achieve high power density, a traction drive must be
designed with many load-shaving rolling elements that can reduce unit load-
ing. This has been recognized for some time. The analysis of reference 5
has shown the extent to which the drive package sizé and the weight-power
ratio of planetary drives actually decrease as the number of planet vollers
is increased for a given fatigue life. A high-performaunce, tixed-ratio,
wmulticontact, simple planetary roller drive was tested over 10 years ago
(ret. 6). The planetary arrangement reduced the lovads on each roller aund
insured that the relatively large normal contact loads were internally
balanced and were reacted by a ring roller rather than by bearings. Tests
with this 3.5;1 ratio, six~planet-roller, 75~kW (100-hp) unit showed it to
have comp:rable efficiency to, and substantially lower noise than, a
comparable plaunetary gearset.

Fixed-vatio traction drives with a simple, single~row planet roller
configuration are, however, limited in speed ratio range by planet—to-planet
interference. The above-menticned 75-kW design had only a 3.5:1 ratic. A
remedy ro the ratio and planet number limitations of simple, single~row
planetary traction drives was devised by A. L. Wasvytis (ref. 3), His drive
system used the sun and ring roller of the simple planetary traction drive
byt replaced the single row of equal-dismeter planet rullers with two or
more rows of "stepped" or dual-diameter plenet rollers. With this new
“multiroller' arrangement, practical speed ratios of 250 or higher could be
obtained in a single plenetary stage vwith one sun-roller, cne ring-roller,
and three planet~roller rows. Furtharmore the number of planet rollers
carrying the load in parallel could be greatly increased for a given ratio.
This resulted in a significant reduction in individual roller contact
loading, with a corresponding improvement in torque capacity, for a given
fatigue life,

The high-performance, fixed-ratio Nasvytis traction drive has promise
in the areas of luw noise, compactness, high efficioncy, and low cost. This
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investigation evaluated the operational capabilit’es of a Nasvytit tractiom
drive as retrofitted to an automotive gas turbine engine, compared the
results with parametric data obtained on a back-~to-back test stand, and
compared the specific fuel consumption of the engine equipped with the
traction drive to that of the original gearset-equipped eungine.

The geometry typical of the Nasvytis traction {Nasvytrac) drive used in
this investigation is shown in figure 1. Two rows of five stepped planet
rollers are contained between the concentric high-speed sun and low~speed
ring rollers. The plaret rollers do not orbit. The second or outer row of
planet rollers is grounded toc the case through reaction bearings. This is a
favorable position for the reaction bearings since the reaction forces and
operating speeds are relatively low.

The sun roller and the first row of planet rollers float freely,
relying on contact with adjacent rollers for location. Because of this
self-supjorting roller approach, the number ot total drive bearings 1is
greatly reduced and the need for the often troublesome high~speed sun roller
support bearing has been elimirated., In addition, both rows of planet
rollers are in three-point contact with adjacent rollers, promoting a nearly
iJeal internmal force balance. In the event of a slight mismatch in roller
loading, the first and second rov of plamet rollers (supported by large
clearance bearings) shift under load until the force balance is
reestablished. Consequently slight mismatches in roller dimensioms, housing
distortions under load, or thermal distortions merely cause a slight change
in roller orientation without affecting performance. Because of this roller
cluster flexibility, the manufacturing tolerances for roller cimensions are
no more stringent than the dimensional standards set for mass-produced
bearing rollers.

The number of planet-roller rows, the number of planet rollers in each
row, and the relative diameter ratios at each contact are variables to be
TE [ Sun rolier
First row of
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Figure 1. - Tynica! geometry of the N2svytis traction drive,
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optimized according to the overall speed ratio and the uniformity of contact
forces., 1In general, drives with two planet-roller rows are suitable for
speed ratios from 4 to about 35, and drives with three planet~roller rowus
are suitable for ratios from 10 to about 250.

In addition to the advantages of low unit loading due to multiple
rollers, the elimination of high-speed vearings and numerous planet support
bearings, and the high ratio capability in a single stage, the Nasvytrac
drive is inherently suited for high-speed operation, cften beyond that which
is possible with gears. Manufacture of its cylindrically shaped vollers is
relatively simple as compared with the manufacture of gear teeth, Smooth
steel rollers driving through a thin lubricant film cause the drive to
overate more quietly than a geared drive,

FQUIPMENT AND PROCEDURE
Test Engine

The powerplant used in this investigation was the Chrysler Corp.
sixth-generation automotive gas turbine engine. This engine had been used
as @ baseline engine in a program that had as its goal to demonstrate an
experimental gas turbine that could be competitive with the conventional
internal combustion piston engine in a standard American automobile in terms
of emissions, fuel economy, performance, reliability, and potential cost
(ref. 7). To simplify the developaient, magnufacture, and evaluation of
critical components, the baseline engine had been designed with easily
changed subassemblies. This allowcd the retrofit of a traction drive speed
reducer withoui wajor enging modificatior.

The baseline gas turbine engine 1s classiiied a5 a free-power~turbine,
low-pressure-ratio, regenerative design. Figure 2 schematically shows the
engine airflow path and major components. It basically consisted of a

samAver CRR . Lo aamasse

Figure 2. - Chryster Corporation sixth generation gas-turbine engine. (Temperatures are in
degrees Fahrenheit, From ref. 1G.)




single-stage centrifugal compressor, a compressor turbine, variable power
turbine nczzle vanes, a power turbipe, two regenerators, and a helical
reduction gearset. Some genexal descriptive data of the engine used 1in
these tests are given in table I, Corrected engine output power and torque
performance curves, based on data taken by Cb ysler Corp., are shown in
figure 3. The constant gas generalor speed lines shown in figure 3 are
roughly equivalent to a constant throttle setting. The data are presented
in "corrected" form, which is based on engine operation at sea level under
standard ambient conditions of 302 K (85° F) and 101 kPa (29.92 in. Hg)
(ref, 8). Additional engine details can be found in reference 3.

Test Drive

The fixed-ratio, multiroller, speed reduction traction drive used 1in
this investigation was designed to operate over the sp2ed and power range of
the gas turbine engine, with an input torque limit of 42 N-m (375 in-1bf).
The drive configuration was identicagl to the one reported in detail in
reference 2. It had speed ratios between the sun recller and first
planet-roller row, between the first and second planet-roller rows, and
between the second planet-roller row and the ring roller of 1.21, 3.94, and
2,93, respectively, for a nowinal drive ratio of 1l4. The drive was equipped
with an automatic roller loading mechanism incorporated inte the splined
high-speed coupling on the sun-roller input shaft. This mechanism adjusted
the normal contact load between the rollers in proportion to the transmitted
torque. The torque-responsive loading mechanism insured that sufficient
normal load was applied under all conditions to prevent slip without
overioading the contacts at light loads. Thc mechanism was designed to
operate at a constanut traction coefficient value of 0,05, above some
preselecied minimum load setting. If required, a constant level of roller
normal loads could also be applied by locking the wmechanism.

The ring and planet rollers were fabricated from consumable-vacuum-melted

{CVM) SAE-9310 steel case carburized to a Rockwell-C hardness of 60 to 62.
The sun roller was made from CVM Nictralloy 135-M steel nitrided to & similar
hardness. Nitralloy was used for the sun roller because ¢of the intermal
spline requirements. The roller cluster was approximately 210 mm (8.3 in.)
in diameter snd 60 mm (2,4 in.) wide and weighed 74.5 N (16.8 1bf).

The l4:1 ratio test drive was retrofitted into the power turbine
hcusing in place of the engine's ctock 9.60:1 ratio helical gearset. The
concentric traction drive eliminated the l4-cm (5.53-in.) offset between the
roitor and output shaft with the helical gear reducer. A cross section of
the traction drive integrated into the engine's power turbine housing
assembly is shown in figure 4 and an external view in figure 5. Removal of
the gears and attachment of the sun roller to the power turbine shaft
required changes to the power—turbine-shaft support bearings. In the stock
engine, three radial and one thrust fluid-film bearing supported the shaft
and recacted the rotor thrust and gear forces. The self-supporting sun
roller of the traction drive eliminated the gear separating torces, which
norwally are carried by a pair ¢f fluid-film begarings that straddle the
pinion. The rear set of fluid-film bearings was replaced by a single
25-mm-diametex—-bore, split-inner-race, angular~contact ball besring mounted
in an adapter block. A flexible spline couplng was designed to connect the
sun rcller to the power turbine shaft. The angular-contact ball beariag
helped suppori. the rotor-coupling assembly weight of 31 N (7 1bf) and also
reacted the rotor thrust, which reached a maximum of 364 N (8z 1bf) ar full
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Correcled output power, wrbﬁ, hp

Corrected ou'put torque, T/§, In-ibf

TABLE TI. - ENGINE SPECIFICATIONS

Model & & 4 & &« o ¢ 5 o ¢ o« s ¢« » ¢ o o o« o » A-128-1
Number « ¢« o 5 + ¢ « ¢ o o« o v ¢ s o o « + » + 401-403
Maximum power, hp . . . . . . . . . . 150 at 3500 rpm
Design pressure ratio «+ « « « o + s o o« s+ o « » o 4.
Design airflow, 1b/sec . < « & « & 4 o o« & o « » « 2.29
Compressor speed (maximum), rpe . . . . . . . . 44 610
Power turbine speed (maximum), rpm . . . . . . . 45 500

Reduclion £ear Tatio « + « o « » + s 2 =« o o « « 9.6875
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Figure 3 - Automotive gas turbine engine output character!stics with original helical gear spesd reducer, based
on Chrysier Corp. data, correctad to standard sea-lews! conditions,
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power. The single fluyid-film bearing behind the power turbine was
retained. The rotor-coupling assembly was dynamically balanced to within
0.08 g-cm £0.0015 oz-in) at these two bearing planes.

The baseline gas turbine cngine was lubricated by a pump driven off the
compressor (gas generator) shait. The lubricant normally used was an
automotive automatic transmission fluid. Engine lubricant in the power
turbine assembly was replaced with a synthetic c¢ycloaliphatic traction fluid
that had a significantly higher coefficient of traction. Its properties are
listed in table I1. Lubricating not only the traction drive but also the
power turbine support bearings eliminated a potential sealing problem. The
effect of the lubricant change on the remaining fluid-tilm bearing was
judged to be insignificant because of the similarity in the kinematic
viscosities of the automatic transmissiou fluid (7.0x107° wZ/sec at 372 K)
and the test traction lubricant (5.5x107% m?/sec at 372 K).

Test Stand

The NASA automotive gas turbine test stand used in this investigation
permits steady-state parametric testing and performance wapping with an
eddy-current dynamometer power absorber. The test engine installed on the
stand is shown in figure 6. The traction drive housing and two laxge
exhaust ducts that straddle the engine are visible. Intake air, an exhaust
duct system, an oil cooler, a starting battery, and a multiple-fuel system
are provided. Engine output is directly connected via a drive shaft to the
power absorber. Output torque is measured with a torque arm and a load cell
on the cradled dynamcmeter. Speed is determined by a magnetic pickup on a
tocthed wheel. (Gas turbine eungine insirumeniation is designed {or
measurement of specific fuel consumplion and engine operational temperature
and pressure data. The traction drive lubrication system consisted of a
0.019—m3 (5-gallon) sump, a pressure pump, an oil hester and cooler, a
3-7m absolute supply line filter, separate flow control valves for the
traction drive inlet and the power turbire bearings inlet, and two scavenge
pumps to keep the drive housing and the power turbine housing relatively dry.

Power losses from the traction drive and the power turbine bearings
were each determined approximately by a heat balance technique. Tempera-
tures of the oil inlet and cutlet streams of both the power-turbine-shaft
bearings and the traction drive were recorded. Input oil temperatures were
maintained constant by auvtomatic control. Lubrication flow rates were
measured by turbine tlowmeters. Speeds were accurately wmeasured to one part
in ten thousand with a proximity probe and magnetic pickups on the power
turbine and drive output shafts. This allowed accurate measurement of creep
and its effect on the overall drive ratio. Creep is the slight inherent
relative motion between driving and driven rcllers in a traction drive under
torque transfer. Details of the creep calculgtion can be found in refer-
ence 1.

Critical component temperatures were measured by thermocouples. Sun
roller temperatures in the test drive were obtained approximately with a
thermocouple junction placed 3 mm (0.1 in.) from the roller surface.
Thermocouples inbedded in copper plugs were used to measure the inner race
temperatures of the second row of planet bearings and the outer race
temperatures of the output-shaft double-row ball bearing and the
power-turbine-shaft angular-contact ball bearing. Similar thermocouple
plugs were placed inside the cast power turbine housing in contact with the




TABLE 11. - PROPERTIES OF SYNITHETIC CYCLOALIPHATIC TRACTLON LUBRICANT

Additives . . . . . . + « » . . Antiwear3; oxidation iphibitor; antiioam;
viscosity index i.mproverE
Kinewatic viscosity, cmz/sec, at-
264 K (=20° F) v 4 v s « s o v o o v s e e v e e e v v . 41 500x1072
FLL K (I00% F) v o v 6 v v e e e e v e e e e e e e e e e e .. 3kx1072
372 K (210% F) v v v v e o 4 v e o b e e e e e e e s e s e . 5.6x1072
Flashpoint, K; F o & © @ & & 4 4 « + = o o = o « o o s o« s » o« » 435; 325
Fire point, E; "F ¢ ¢« ¢ o v o s v o o o o s s o o = s 2 o o « o 447; 345
Autolgnition temperature, K; “F . « + o o ¢« ¢« ¢+« &« o <« . . . 600; 620
Pour point, K; °F . . . &« ¢« & + & . . 236; =35
Specific heat at 311 K (100° F), J/kg-K; Btu/1b-°F . . . . . . . 213G; 0.51
Thermel conductivity ac 311 K (100° ¥), J/m-sec-K;
Btu/br-£t=-°F . . . . . . . e 4 e s e s s e s e e e« 0.10; 0,060

Specifiz gravity at 311 K (100° F) . ., v v v ¢« v &« o o « 2 « « . . . 0.889
i 4zinc dialkyl dithlophosphate.
§

Polymethacrylate.

Figure 6 - Tvaclion-drive-squipped englne on NASA sngine test shind.

power~turbine-shaft journal bearing sleeve and the carbon-buffer-seal
support housing. Test drive outside skin temperatures were also measured.

To determin. the effectiveness of the vcller loading wechsnism, aun
eddy-current proximity probe was used to woniteor sun-roller axiai position.
Turbine shaft rotor dynamics were seunsed by crthogoual, radial pro»imity
probes at rhrce locations (between the journel bearing and buifer sesl, nesy
the center of the shaft, aud on the maximum diumeter of the co:pling) and J
were monitored by using an oscilloscope.




The sutomatic data acquisition and retrieval system collected
temperature, pressure, flow, speed, anud torque data from the g&s turbine
engine &nd traction diive. At each operaving point where data were
recorded, five readings were taken over a peried of several scoonds and then
averaged.

Test Yrocedgure

A spin test was ronducted to check out the integrated traction drive
aud modif{icd turbine shaft support system assembly aud to isolate any rotor
dyneumics problems before committing the test haidware to the engine cell.
The votor znd the power iurbine howsing containing the drive were mounted in
open air and driven bYackward {rom the low-speed output shaft to rotor specds
of 21 090 rpm and power levels of 15 kW {20 hp). Duriug this test the
automatic roller loadirg mechanism was locked out ana & constan: preload
equal to approxinutely 76 percent of the design wmaximum was set.

Upon successful completion of the checkout spin tests, two series of
parametric tests of the gas turbine engine - tracticn drive assembly were
run on the engine dynawometer stand: & tixed-preload tast series where the
roller loading mechauism was locked at a constant (near maximum)} roller
normal load and & vsriable~roller~load test series. The testing scquence
was to maint&in a constant (dynamometer controlled) output speed and then
to increase torgque in vtepwise manner by adjustiug the engine throttle
setting. To insure steady-stzie conditions in the engine and drive, L0 to
15 minutes of runniug was allowed after speed chauges and 5 to 10 minutes
after torque changes beforc a data point was recorded. The range of
operating points for the engine with traction drive was somewhat limited by
the test staud. Since the eugine test cell dynamometer was initially sized
for the gas turbine cngine with its original helical gearset reducer,
substitution of the tyrasction reducer with a 45 percent greater speed
reduction ratio resulted in output torques at low speeds that exceeded the
torque capacity of the dyvnamoweter. Thus some of the bigh~torque, low-speed
engine operating poiats could not be obtained with the existing system.

The fixed-preload test was conducted to theck cut the engine drive
interactions with a simplified {(no loading wecbanism) traction drive
system. On the basis of back~ic~bachk stand tests oi the drive components
(ref, 2) the conmstant preicad way sct at 76 percent of the maximum pcssible
roller lcad, and the maximm torqQue allowed in this test was chosen
accordingly. The total lubricant flow ratc to the traction drive was sel at
0.13 liter/sec {Z.0 gallon/min)}, and the power turhinz journal and ball
bearings received 0.04 liter/sec (0.6 gallon/min). The inlet tempuiatures
on both streams wore 328 © (1307 F). Maximum ouvipat torques of 407, 373,
407, and 244 N-a (3600, 3300, 3600, 2lul in-1bf) were achieved at output
shaft speedc of 80C0, 1600, 240C, aud 3150 rpm, respectively.

After & svccessful fixed-preload test the roller loading mechanisco was
resctivated. Minimum roller load was sei at 27 percent of maximum in order
to insure positive roller contact at light loads and high spreds. The
lubricant flow rates were the same ag in the fixed-prelead tosts. Lubricant
inlet temperatures were set at 339 K (150° ¥). Maximun outpuy torques of
407, 475, 407, and 271 N-w (3600, 4200, 3600, 2400 in-1bi) were reached at
output shaft speeds of 800, 1500, 2400, and 3150 rpm, respectively.

A sct of tests was run on the eéngiue with the cyiginal helical gewrset
reinstalled for comparison. Tou make a reasonable performance comparisca,
test points for the gearset lLest were chogen €2 covrrespond to the same gas
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generator speed and power turbine speed points recorded during the
variable-roller-load parametric tests. For all tests the engine o0il inlet
temperature was 339 K (150° F).

RESULTS AND DISCUSSION
Traction Drive Performance

The drive and power turbine rotor assembly spin test was not intended
to produce steady-state temperature data. Critical temperatures were
monitored, however, and generally showed a gradual increase with speed,
Orthogonal proximity probes located on the turbime rotor between the buffer
seal and the fluid-film bearing measured a waximum total runout of 0.038 mm
(0.0015 in.) at low speed. At higher speeds, above 8000 rpm, the maximum
was 0.025 mm (0.00l in.) except near 10 000 rpm, where the oscilloscope
indicated an excursion of 0.045 mm (0.0018 in.). This runout was within the
static diametral clearance in the journal bearing, which was measured prior
to the test to be about 0.076 mm (0,003 in.}. The excursion at 10 000 rpm
quickly disappeared as speed was increased, suggesting that it was a system
“critical" that would be readily kept in check by the damping provided by
the front journal bearing. Maximum coupling runout was 0.076 mm
(0.003 in.). Since the spin test was successful, no changes in the test
hardware were necessary.

The effect of output speed and torque on the power losses of the
traction drive and the power-turbinme-shaft besringe is shown in figure 7 for
the two parametric engine drive test series. As stated earlier in this
report the power loss is based on the amount of heat rejected to the
lubricant as determined by a heat balance of ewch inlet and outlet oil
stream. This heat balance technique is considered to give approximate
results. No attempt was made to quantify the heat coavected to the
atmosphere through the drive casting or that to the lubricant from the hot
engine components uor the possible small temperature rise due to throttling
threcugh small passageways.

Figure 7(a) shows that, when operating in a fixed-preload mode, the
traction drive power loss was weakly dependent on torque and strongly
dependent on speed. In figure 7(b) the effect of speed on power loss was
also very strong for the variable-roller—locad operaiiun, but the power leoss
increased much faster with torque. Comparing figures 7(a) and (b) shows
that the power loss for the variable-roller~load operation was significantly
less at low torques because of the reduced roller normal loads. This
resulted in improved pari-load efficiency and extended fatigue life. At
higher torques the power losses for both systems tepded to reach the same
levels as the roller normal loads approached similar values.

Some differences in the absolute power loss levels of figures 7(a) and
(b) were caused by the difference in inlet lubricant temperature. Initially
it was set at 326 K (130° F) to maximize the traction lubricant's available
traction coefficient, which is known to decrease with temperature. For the
variable~roller-load tests, the inlet temperature was increased to 339 K
(150° F) in order to reduce power losses and to permit direct comparison
with the original, gear—equipped engine, whose 0il inlet temperature was
also 339 K (150° F). Figure 7(b) shows the effect of lubricant inlet
temperature on traction drive power loss at ome engine condition (339-N-m
{3000-iv-1bf) output torque and 1600-rpm output speed) during the
variable-roller-load tests. Data were taken approximately 7 minutes after
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the inlet tempevature was dropped from 3239 K (150° F) to 328 X (130° F) and
also after the temperature was vaised from 328 K (130° F) to 350 k (170° F)
to provide steady-etate readings while the engine operating conditions were
held constant, Higher inlet teuperatures decreased the power loss, while
lower inlet temperatures increassd the power loss. This is similar to many
other mechanical components, such 4s gears and beariags, which exhibit
reduced losses at higher operating temperatures.

Figure 7(c) shows that the heat balance power loss of the
power-turhine-rotor support bearings was relatively insemsitive to output
torque and approximately linear with speed, ranging from an average of
.75 kW (1.0 hp) at 800-rpm output speed to 2.9 kW (3.9 hp) at 3150 rpm.
Although only the data from the varaible-roller-lcad tests are shown, the
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power-turbine bearing losses were nearly identical for the fixed-preload and
variable-roller-load tests at any given output speed and torque condition.

Estiwated trsction drive efficiencies and power turbine bearing
efficiencies for the fixed-prelnad and variable-roller-load test runs are
shown in figure 8. These efiiciencies were calculated from the measured
output shaft power and the two heat balance power losses. As would be
expected the efficiency of the fixed-preload drive was lower than that of
the variable-roller-1load drive at part-lcad conditions, as shown in figure
8(c), which is a comparison of the data of figures 8(a) and (b). The
efficiencies of both systems merge at higher torques, reaching a maximum of
over 92 percent for each test series. The bands of traction drive
etficiency reflect a very small dependence on speed, with the higher
efficiencies generally occurring at low output speeds at a given output
torque. Power turbine bearing efficiency was virtually independent of
speed. Also shown in figure 8(c) is the average efficiency of the traction
drive (as a speed reducer) measured on the back-to-back test stand reported
in reference 2, over the range of engine test speeds. Fairly good agreement
was obtained between the stand-measured efficiency and that determined from
heat balances on the lubricant in the engine tests.

The effect of operating torque and speed on traction drive creep rate
is presented in figure 9. Algso included for comparison are the back-to-back
data (ref. 2) from the sun-loader reducer drive at 2500-rpm output speed.
The agreement between both sets of creep data is within 0.2 percentage point
at all corresponding test speeds (not shown in fig. 9) except at 3150~xpm
output speed, where the stand meagurements indicated about 0.5 percentage
point greater creep rate than the engine test data at the higher torque

......

Traction force versus creep rate curves for constant normal load
generally rise linearly with transmitted torque until the maximum available
traction coefficient of the lubricant is approached. At this point the
creep rate begins to increase rapidly. When the maximum available traction
ccefficient is reached, creep changes to impending gross slip. The upward
curved trend of the fixed-preload creep data of figure 9 suggests that this
condition was being approached, On the other hand the variable-roller-load
curves, though at a somewhat higher levei due to lower normal loads, showed
a tendency to level off. This is indicative of the roller loading mechanism
holding a nearly constant traction ccefficient.

Creep rate represenis a loss in speed and thus a power loss. The lower
creep rate of about 0.6 percentage point associated with tixed-preload
operation was due to the higher roller normal loads. This lowered the
applied traction coefficient so that the resulting creep rate was relatively

‘'small. However, as mentioned previously, the overall efficiency was

inferior to that of variable-roller-load operation (fig. 8) because of

the losses associated with contact overloading. Also, the creep rate in
figure ¢ at a given torque was lowest for the lowest output speed under
either fixed or vaviable loading. The reason was the deleterious effect of
traction element surface speed on available lubricant traction coefficient
and creep rate at a given load., This helps to explain why the drive
exhibited greater efficiency at the lower operating speeds in the efficiency
bands of figure 8.

The axial position of one side of the two-piece sun roller assembly as
monitored by a proximity probe is shown in figure 10, In this drive, as the
tapered sun-roller halves moved togetber, the normal load on the roller
cluster was correspondingly increased. During the variable-roller-load
tesc, as shown in figure 10, the sun-roller halves moved inward together in

13

AN B O e P

e

R




14

Hon? fefence sficlency, percent

00—
Power
turbine
bearings
96}— "

) | | l | { ] | ]
(o) Fixad-protoad test: oll Inket temperature, 378 K (1X0 F,

e
Ol Intet cwar
06— tampergture, turbine
o=- KOt bearings
Boro

2= sl 0 © Traction
drive
8- Outpui speed,
mm

RN

o] 200
u o 1w
o wm
& AR
=
» ] l l 1 il | | J
(8] Varlabie-roiler-ioad Wst; oif inlet wmperatu™, 33 K (15(° F),
00—
—— T Pasir
96— i turbine
bearings
P
S e
AR g b
e S
4@ — — Fixpd-preioad anglne test
& a————  Variable-rolier-ioad engine test
@ —-—  Back-to-back stand ‘st (reducer)
/8
)
1‘ | | | | 1 | 1 |
0 150 20 20 N »0 400 50 500
Output torqua, N-m
| ] | 1 J
1060 1500 2000 B0 000 00 00

Output torque, In-1bf

{c! Companison of fixeg-praimad englne test, variabla-roller-lond engine tast, and beck-to-hack variable-
rollar-load test,

Figure 2, - Heat balance fficiency of thw traction drive and the pamer tyrbine bearings es a function of
oulpir toryus and oulput speed.




Creep rate, percent

Sun-roller displacement trom zero preicad, in,

. - Varlable
Sr— roller
Back-to-back stand dela 0| e
reducer (35 006500 pm}—~-___
—_— ’.’
20 o/)! Flxed
preload
> o
L5 ,
}r’%/
Lo— '-//;’— Quiput speed
== e
# // -0 800
sl = -—0— 1600
e 2400
—-O— 50
1 | | { 1 1 | |
0 bl 100 1% 200 20 300 B0 400 450 500
Output torque, N-m
| | | | i | i ] i
1] 500 1000 1500 2000 50 000 3500 4000
Oulput torque, In-Ibf
Figure 9, - Croe;. rate as a function of output torque and output speed for fixed-preload and variabla-
roller-lcad tests,
10007
—————— N —
3 | - B ~7bied prelond position
e sl I u 0
- H _i - -
1 ] 1
g H o amd L 0
30— 9l Sun-roller halves
e __I L__ Displacement __I I_
g with torque
&0 —-% 15— ‘%;-:’.,
E O e ol oy 47
8
& - (/
W& Lo—————— O
S \‘—Minlmum-proload position Ou‘bum?msuaad.
E o] 800
2—3 L5 o w0
< U0
A 3150
ol__ | 1 | | B 4 ] i |
0 50 100 150 20 0 00 »0 400 £50 500
Quiput torqu -, *-1s
] | | i i ] | |
0 500 1000 1500 2000 500 000 3500 000

Output torque, In-ibf
Figurs 10, - Sun-roller displacement as a function of output torque and output speed; varlable-roller-1oed test.

15

BN TR Y

L -




=

16

L ol =T
25— |~
_ T8
2 10 r L.
) E ! 11 L | L ] ] | j
0— (4} Power turbine iubricant outist, _ (bi Traction drive lubricant outiet,
0
r
—h
60— b e

-2

Temgarzture shove lubricars inket, OF
2

L d

yff:.‘if;f;i,n

N~

it
—
—

0/0"

» D.,.-—‘D"
¥ - =58 B
= T
g | | 1 i 1 1 | 4 1 Jd
2 () Power turhine ball bearing outer race, {d) Power turbine lournat beaving.
i i
i
o -
— &
Nj—
ZD —
w0
L L 1" |
L} 100 20 e L) 0
Ovout toque, N-m
| 1 1 L J L 1 i L |
4 1 2000 000 «00 0 1000 200 3000 40K
Output rque, In-Ttd
30— ) Tractlon drb3 planet besrings Inner race Lverags!, 4f! Traction ¢rive sun roller.
" ._,_,-L—-—‘
0D » Oulput spen|,
P by e
A= O 0
= 10— [ u] 1600
e-—"-g -84 o 0 o M
=g —e 4 W
o Py Opan syihals and solld Curvs
o.-O———o”O’O dericls varishle rolier lond
Solkd symbois and dyshed curves
=10 { | | | ! dencle {ixed preload
- [] 100 200 00 L] 500
Ouput orque, N-m
| ] | i J
0 1000 00

2000
Quiput torque, In-id
ig) Traction drive housing skin,

Figure 11, - Yraction driveand pocer turbine assembly comporent temparatures as a function of oulp: toryus and culput speed; fhed-preicad

and varisbie-roller-lond fests.




. et A -

a nearly linear fashion with increasing torque, indicating satisfactory
roller loading action. Because of centrifugal force effects on the loading
balls, an increase in speed caused a slight increase in initial prelecad.
The loading mechanisms on both the speed increaser and reducer sun-locading
back-to-back test stand units showed similar behavior.

All measured temperatures of the roller elements in the traction drive
increased with an increase in operating speed, as shown in figure 1l1.
Generally the operating temperature rise above the lubricant inlet
temperature was greater in the fixed-preload test than in the
variable~-roller-load test. The sun-roller temperature, as measured by a
thermocouple near the surface, was the highest in the drive. Tests on the
back-to-back stand indicate that this approximate sun-roller temperature
tended te fluctuate much more than that of the other components. Sun-roller
temperatures for both the fixed-preload and variable-roller-load tests never
exceeded 42 K (76° F) above the respective lubricant inlet temperature.
Traction drive component temperatures were very close to those from the
back-to-back stand data {ref. 2). Power turbine bearing temperatures also
increased with speed. Fixed-preload readings in terms of temperature rise
above lubricant inlet temperature were slightly higher than corresponding
variable-roller-load readings.

In general the Nasvytis drive demonstrated operational compatibility
with the gas turbine engine and smooth performance throughout the engine's
torque and speed range. Orthogonal, radial proximity probes showed that the
coupled rotor-traction drive system was reasonably stable from engine idle
to maximum speed., Maximum coupling runout reached 0.127 mm (D.005 in.) at
315C rpm in the weriahle-raller-load tests. Peak-to-peak rotor wmotion
measured near the front journal bearing is shown in figure 12 for the
veriable-roller-load tests. A half-frequency whirl was encountered while
changing output speed from 2400 rpm to 3150 rpm at approximately 35 000-rpm
powexr turbine speed. This was observed on the oscilloscope as a limiting
orbit condition where there was no further growih beyond an eccentricity of
0.018 mm (0.0007 in.). 1n all cases the peak-to-peak runout was within the
measured static diametral clearance of the front journal bearing. |

mfm"l '
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gk o i s |
£ s
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Figure 12. - Peak-to-peak power turbine rotor motlon: as a func-

tion of output torque and output speed; varisble-rolier-load
st
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Figure 13 - Traction drive rollers after completion of enylne testing.

Total test stand operational time of the traction-drive-equipped engine
was 10.2 hours. Upon completion of the tests the drive was disassembled and
inepected for wear and surface distress. Figure 13 shows the sun, ring, and
typical planet rollere after the tests. The originsl grinding marks are
still visible, with no signs of wear or distress. Some light, circumferen-
tial scratches were evideunt, presumably from small debris particles. Such
scratches are commonly found on rollers im roller bearings after the same
period of service.

Engine Performance

Fuel f.ow measurements and specific fuel consumption calculations were
made at each test point in both the traction drive and gearset tests.
Figure 14 shows the specific fuel consumption {gfc) as a function of gas
generator speed for three power turbine speeds from the gearset and
variable~roller-load tests. In this plot, the values of sfc and gas
generator speed are corrected values, but those for power turbine speed are
not. Although the traction drive output speed was dynamometer controlled,
the power turbine speed varied slightly with torque becauge of the variable
creep rate. Thus the power turbine speeds shown in figure 14 are nominal
speeds, To make a fair comparison of engine performance between the engine
with the gearset and that with tke traction drive, power turbine and gas
generator speedc were chosen for the gearset test so that the operating
conditions of ti - engine itself (not including the speed reducer) would be
equivalent.

Figure 14 shows that the sfc for the traction-drive-equipped engine was
very close to the sfc for the gearset—equipped engine. For most engine
operating points at 23 00C- and 35 000-rpm power turbine speed, the
traction-drive-equipped engine sfc was equal to or less than the
gearset—-equipped engine sfc. At 12 000~rpm power turbine speed, and at
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35 O0C0-rpm power turbine speed between 90 and 100 percent gas generator

speed, the traction-drive-equipped engine sfc ranged from less than

1 percent to 10 percent greater than that of the gearset-equipped engine.
The usual testing procedure for performance characterization on the

automotive gas turbinme test stand is to hold gas generator speed constant -

and vary output speed, taking data at numerous points including the maximum

power point for each gas generator speed.

The curves 1n figure 3 were

produced in this way. By using this method a performance plct of sfc
against gas generatov speed at maximum power can be plotted directly. Since
the test procedure used in the traction diive tests hcld ocutput speed
constant and varied gas generator speed, the data from figure 14 were first
cross-plotted as sfc against nominal power turbine speed with lines of
Then the points of waximum power for each gas
gencrator speed were identified in terms of power turbine speed, based on
test (fig. 3(a)). The sfc for each of these
be plotted against gas genevator speed as in
that the sfc of the engine with the
drive speed reducer was comparable to the sfc
of the original helical-gearset-equipped engine. At 100 percent gas
generator speed, the traction-drive-equipped engine exhibited an sfc of
0.36 kg/kW-hr (0.59 lbm/hp-hr), while the sfc of the engine with gearset was
0.35 kg/kW-hr (0.58 lbm/hp~hr).
It should be pointed out that, though agll these tests were run on the
same basic eugine, there were some minor differences between the
traction-drive~equipped engine and the gearset-equipped engine apart from
the obvious difference in speed reducer ratio and power turbine support
bearings. First, different power turbine rotors and power turbine

consrtant gas generator speed.

the data of an earlier eoagine
maximum power points can then
figure 15. This figure shows
variable-roller-load traction
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gear speed regucers, {(Points shown are cross plotted, )

assemblies of the same design were used. Differences in housing assembly -
engine buildup can cause variations im power turbine blade tip-to~shroud
clearance that can affect power turbine performance. Second, a variable
inlet guide vane assembly was installed in the baseline engine after the
tracticon drive tests for future engine component tests. This assembly was
left in place with vanes set af zero degrees for the gearset test. Minor
effects on engine performance might have been produced by the presence of
the vene assembly. These include a performance loss due to a small pressure
drop across the vanes and a performance gain due to inlet guidance by the
vanes. Third, itue lubrication systoems were different. In the gearset-
equipped engine, all of the bearings were lubricated by a pump drivep off
the gas generator shaft. For the traction-drive-equipped engine an
external, constant-flou system supplied lubricant to the traction drive and
the power turbine support bearings. Other test differences were possible
engine component erosion from extensive water injection tests between the
traction drive and gearset tests and the use of different baiches of the
same type of diesel tuel.

SUMMARY OF RESULTS

Parametric tests were conducted on a 14:1 fixed-ratis Naswvytic
multiroller traction drive speed reducer retrofitted to an automotive gas
turbine engine. The traction drive's sun-roller assembly was equipped with
an automatic roller loading mechanism. Modifications to the gas turbine
engine's power turbine assembly were made to accommodate the planetary
configuration traction drive in place of the offset, 9.69:;1 ratio helical
gearset. A synthetic, cycloaliphatic traction fluid was used to lubricate
toth the traction drive and the power turbine support bearings. The effects
of speed and torque on drive power loss, efficiency, creep rate, temperature
distribution, and loading mechanism action were investigated. Tests were
conducted to a full-engine-power turbine speed of 45 000 rpm and to &
measured drive output power level of 102 kW (137 hp). Comparisons were made
with drive performance data that had been generated on a back-to-back test
stand to 180 kW (240 hp). Drive performance under fixed-preload operation
was compared with performance under variable-roller-load operation.
Comparisons were also made between the specific fuel consumption of the
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traction-drive-equipped engine and that of the original gearset-equipped
engine. The following results were obtained:

1. The drive showed good operational compatsbility with the automotive
gas turbine engine.

2. Specitfic fuel consumption of the engine with the traction drive
speed reducer installed was comparable to that of the original
helical-gearset-equipped engine.

3. Estimated peak efficiency of the tractiom drive based on a lubricant
heat balance exceeded $2 percent.

4. Total drive creep was higher for variable-roller-load operation. 1t
was always less than or equal to Z.5 percent.

5. Part-1oad efficiency was higher for variable-rollev-load operation.

6. Post-test inspections of the traction roller surfaces showed no
signs of wear or surface distress.

National Aeronautics and Space Administration
Lewis Research Center
Cleveland, Ohio, January 25, 1982
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